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RELOCATION OF THE TRENTON MASSACRE CANYON 
MONUMENT PRESENTLY LOCATED NEAR TRENTON, 
NEBR. 


Marcu 7 (legislative day, Marcu 6), 1956.—Ordered to be printed 


Mr. MURRAY, from the Committee on Interior and Insular Affairs, 
submitted the following 


REPORT 


[To accompany H. R. 6022] 


The Committee on Interior and Insular Affairs, to whom was re- 
ferred the bill (H. R. 6022) to provide for the relocation of the Trenton 
Massacre Canyon Monument presently located near Trenton, Nebr., 
having considered the same, report favorably thereon without amend- 
ment and recommend that the bill do pass. 

The committee concurs in the report submitted by the Committee 
on Interior and Insular Affairs of the House of Representatives which 
is set forth below, together with the report on the bill submitted by 
the Department of the Interior. 





PURPOSE 


The purpose of H. R. 6022 is to provide that the Federal Government bear the 
cost of removing the Trenton Massacre Canyon Monument, a massive 35-foot 
granite shaft near Trenton, Nebr., to a new site. The cost is estimated at $3,000. 


EXPLANATION 


The Trenton Massacre Canyon Monument was erected pursuant to the act of 
May 29, 1928 (45 Stat. 939), near the site of the battle fought in 1873 between 
the Sioux and Pawnee Indian Tribes in Hitchcock County, Nebr., the last battle 
hetween Indian tribes on American soil. The title to the land for the monument 
was vested in the State of Nebraska and the Federal Government has not been 
responsible for the care of the site 

The construction of the Trenton Dam of the Missouri River Basin project 
requires the relocation of the Burlington Railroad and United States Highway 
No. 34. It is asserted that the relocation of the railroad places it too close to the 
side of the hill on which the monument is located and the relocation of United 
States Highway No. 34 has left the monument on a side road where few people 
will see and appreciate it. The author of H. R. 6022, the Honorable Phil Weaver 
points out that the monument is of littie or no value in its present location. 
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‘The committee agrees with the Department of the Interior and the author of 
the bill that, as the Federal Government originally erected the monument, and 
as a Federal project now impairs the public value of the memorial, it would be 
appropriate for the Federal Government to bear the cost of removing the monu- 
ment to a new location. 

It is the understanding of the committee that the proposed new site will be close 
to the relocated portion of United States Highway No. 34 and closer to the actual 
place where the Battle was fought than the present site. 

H. R. 6022, if enacted, would not authorize the Secretary of the Interior to 
acquire land for the new site, The land required for the relocation of the monu- 
ment will be provided by the State of Nebraska or some other public or private 
agency. 

The Department of the Interior estimates that the cost of removing the monu- 
ment to a new site will not exceed $3,000. 


DEPARTMENTAL REPORT 


The favorable report of the Department of the Interior, which points out that 
the Bureau of the Budget has no objection, is set forth following: 


DEPARTMENT OF THE INTERIOR, 
OFFICE OF THE SECRETARY, 
Washington, D. C., January 5, 1956. 
Hon. CLAIR ENGLE, Á 
Chairman, Committee on Interior and Insular Affairs, 
House of Representatives, Washington, D. C. 

My Dear Mr. Encte: Your committee has requested a report on H. R. 6022, 
a bill to provide for the relocation of the Trenton Massacre Canyon Monument 
presently located near Trenton, Nebr. 

We recommend that H. R. 6022 be enacted. 

Trenton Massacre Canyon Monument, a 35-foot shaft of Mississippi pink gran- 
ite, was erected pursuant to the act of May 29, 1928 (45 Stat. 939). That act 
authorized the Secretary of the Interior to erect the monument on the site of 
the battle fought in 1873, between the Sioux and the Pawnee Indian Tribes in 
Hitchcock County, Nebr., the last battle between Indian tribes on American soil. 
The act required that title to the land for the monument be vested in the State 
of Nebraska, and that the care and site of the monument should be without expense 
to the Federal Government. 

We understand that the relocation of the Burlington Railroad and United States 
Highway No. 34 in connection with the construction of the Trenton Dam of the 
Missouri River Basin project has aroused fears that the proposed construction 
will endanger the monument by placing the railroad too close to the side of the 
hill on which it is located. Also, by relocation of United States Highway No. 34, 
the monument will be left on a side road, about a mile from the main highway 
where few people will see and appreciate it. 

As the Federal Government originally erected the monument, and as a Federal 
project now threatens to impair the public value of the memorial, we believe that 
it would be appropriate for the Federal Government to bear the cost of removing 
the monument to a new location. 

We note that section 2 of the bill provides that the proposed legislation shall 
not be construed to authorize the Secretary of the Interior to acquire real property 
We assume, therefore, that the State of Nebraska, or some other public or private 
agency, will provide the necessary land for relocation of the monument. We 
estimate that the cost of removing the monument to a new site probably will not 
exceed $3,000. 

The Bureau of the Budget has advised that there is no objection to the sub- 
mission of this report to your committee. 

Sincerely yours, 
WesLEY A. D'Ewarr, 
Assistant Secretary of the Interior. 


The Committee on Interior and Insular Affairs recommends enactment of 
H. R. 6022. O 
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CONSTRUCTION OF SEWAGE-DISPOSAL SYSTEM TO SERVE 
THE YORKTOWN AREA OF THE COLONIAL NATIONAL 
HISTORICAL PARK, VA. 





Marcu 7 (legislative day, Marcu 6), 1956.—Ordered to be printed 


Mr. Murray, from the Committee on Interior and Insular Affairs, 
submitted the following 


REPORT 


[To accompany H. R. 6112] 


The Committee on Interior and Insular Affairs, to whom was re- 
ferred the bill (H. R. 6112) to authorize the construction of a sewage 
disposal system to serve the Yorktown area of the Colonial National 
Historical Park, Va., and for other purposes, having considered the 
same, report favorably thereon without amendment and recommend 
that the bill do pass. 

The committee concurs in the report submitted by the Committee 
on Interior and Insular Affairs of the House of Representatives which 
is set forth below. 

PURPOSE OF THE BILL 


The purpose of H. R. 6112 is to authorize the construction of a sewage-disposal 
system, to cost not more than $250,000, to serve the Yorktown area of the Colonial 
National Historical Park, Va. The proposed system, to be owned and operated 
by the Federal Government, would serve Government-owned historic buildings, 
museums, and headquarters in the village of Yorktown, facilities in the surround- 
ing park area, and privately owned homes and facilities requiring the use of a 
modern sanitation system. 

EXPLANATION 


The committee notes that approximately 1 million persons visited the York- 
town National Historical Park in 1955; that public visitation to the Yorktown 
area is increasing, and that the Jamestown-Williamsburg-Yorktown Celebration, 
to be held in 1957, will result in an additional heavy visitation to the area. The 
increasingly heavy public visitation to the Yorktown area requires that an ade- 
quate sanitation system be provided. 

The committee observes that the situation which confronts the residents of 
Yorktown, a small, unincorporated village of less than 1,000 persons, was created 
by the Federal Government when the Yorktown National Historical Park was 
established. As the Department of the Interior points out, the village of York- 
town is part of the overall historic scene and is surrounded on all sides by park 
holdings. Also, the Government owns many parcels of property, including 
historic buildings, within the village proper As the author of the bill, the 
Honorable Edward John Robeson, Jr., and the Department of the Interior point 
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out, it is evident that the village of Yorktown is unable to finance the construc- 
tion of the sewage-disposal system such as would be authorized by H. R. 6112. 
Approximately 70 connections to serve private users of the proposed system 
are anticipated by the Department at the present time. H. R. 6112, if enacted, 
would require that owners of private property served by the sewage disposal 
system pay their pro rata share of depreciation costs and operations and mainte- 
nance expense. his payment requirement is applied to private users of the 
Government owned and operated water system in the Yorktown area. 


A companion measure (S. 2027) was introduced in the Senate by 
Senator Robertson, of Virginia, and the report of the Department of 
Interior on that bill is set forth below in full and made a part of this 
report. 


DEPARTMENT OF THE INTERIOR, 
OFFICE OF THE SECRETARY, 
Washington 25, D. C., November 21, 1955. 
Hon James E. MURRAY, 
Chairman, Committee on Interior and Insular Affairs, 
United States Senate, Washington 25, D. C. 


My Dear Senator Murray: Your committee has requested a report on 
S. 2027, a bill to authorize the construction of a sewage-disposal system to serve 
the Yorktown area of the Colonial National Historical Park, Va., and for other 
er s. This bill provides that for the purpose of modernizing the sanitary 
acilities in the Yorktown area of Colonial National Historical Park, and in antici- 

ation of the increased needs for such facilities in connection with the Jamestown- 

illiamsburg-Yorktown Celebration to be held in 1957, the Secretary of the 

Interior is authorized to construct, operate, and maintain a sewage-disposal 
system to serve Federal and non-Federal properties in the Yorktown area 

We recommend that this bill be enacted. The situation which confronts the 
village of Yorktown was created by the Government when the Yorktown Nationa! 
Historical Park was established. The village of Yorktown is part and parcel of 
the overall historic scene. It is surrounded on all sides by park holdings. The 
Government owns many parcels of property within the village proper. The 
present water supply system is Government-owned and operated and the owners 
of private property served by the water system pay their pro rata share of opera- 
tion and maintenance expense. 

Although the visitation of this park area now approximates 1 million persons a 
year, Federal holdings in the area virtually prevent expansion of private opera- 
tions. The population of the town is very small, estimated to be less than 1,000 
persons, and from studies and investigations of the utility problem which have been 
made in the past, it is evident that the town, which is unincorporated, is unable 
to finance the initial construction of additional utilities such as would be author- 
ized by this bill. In fact. the present water supply for the town as well as for the 
park area is being furnished by the park from a water supply brought in some 
distance away. 

The need for this proposed legislation is based upon various factors, including 
the increasing public visitation to the historic Yorktown area, the Jamestown- 
Williamsburg-Yorktown Celebration, to be held in 1957, which will result in 
additional heavy visitation to the area, and the present lack of a central sewage- 
disposal system. While this Department is reluctant to become further involved 
in the operation and maintenance of public utilities in the Yorktown areas, we 
find that the Department is faced with extenuating circumstances which makes 
this an exception to the rule. In these circumstances, we recommend that your 
committee give serious consideration to the enactment of this proposed legislation. 

We recommend the following amendment to the bill, which we believe will be 
self-explanatory: 

Revise the proviso which appears in lines | through 5, page 2, to read as follows 
“Provided, That non-Federal users of the system shall be charged rates sufficient 
to recover a pro rata share of depreciation and costs of operation and maintenance 
of the system.” 

The Bureau of the Budget has advised that there is no objection to the sub- 
mission of this report to your committee. 

Sincerely yours. 
D. Oris BEAsLEY, 
Administrative Assistant, Secretary of the Interior. 


O 
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2d Session No. 1631 





DESIGNATING THE GENERAL GRANT TREE (KNOWN AS 
THE NATION’S CHRISTMAS TREE) IN KINGS COUNTY 
NATIONAL PARK, CALIF., AS A NATIONAL SHRINE 





Marcu 7 (legislative day, Marcm 6), 1956.—Ordered to be printed 


Mr. Murray, from the Committee on Interior and Insular Affairs, 
submitted the following 


REPORT 


[To accompany H. J. Res. 194] 


The Committee on Interior and Insular Affairs, to whom was re- 
ferred the joint resolution (H. J. Res. 194) to designate the General 
Grant Tree (known as the Nation’s Christmas Tree) in Kings Canyon 
National Park, Calif., as a national shrine, report favorabiy thereon 
without amendment and recommend that the joint resolution do pess. 

The committee concurs in the report submitted by the Committee 
on Interior and Insular Affairs of the House of Representatives which 
is set forth below, together with the report on the resolution submitted 
by the Department of the Interior. 


Purpose OF THE BILL 


The purpose of the bill is to declare the General Grant Tree, which is located 
in the Kings Canyon National Park, in Fresno County, Calif., a national shrine 
in memory of the men and women of the Armed Forces who have served and 
fought and died to keep this Nation free, and to preserve the spiritual, human, 
and civil rights which are the essence of our American heritage. The name, 
“General Grant Tree” would be preserved, and it is not proposed to expend any 
funds for the shrine which would not otherwise be used for the care and preserva- 
tion of the tree and surrounding area as a part of a national park. 

The tree, an outstanding specimen of the species Sequoia gigantea after which 
& portion of the park was named the General Grant Grove, was dedicated in 1926 
as the Nation's Christmas Tree. Each year Christmas services are held at the 
tree and these services have been broadcast nationally. 

The presently sought designation as a shrine is requested by the Legislature of 
the State of California in a memorial filed with the committee, and is endorsed 
by numerous civie and service organizations, particularly in the city of Sanger, 
Fresno County, Calif., which has for many years led in the Nation’s Christmas 
Tree movement and the holding of services at the tree. 
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2 DESIGNATE GENERAL GRANT TREE AS NATIONAL SHRINE 


Sponsors of the bill have made it clear that they do not propose any development 
or construction which would interfere with the preservation of the tree and its 
surroundings in a natural state in accordance with national park policy and the 
committee finds that designation of the General Grant Tree as a shrine honoring 
the war dead will enhance the purpose and usefulness of the park and will permit 
local interests and organizations to more effectively carry out reverent ceremonies 
which have been long established in the traditions of the area. 


UNITED STATES DEPARTMENT OF THE INTERIOR, 
OFFICE OF THE SECRETARY, 
Washington 25, D. C. 
Hon. CLAIR ENGLE, 
Chairman, Committee on Interior and Insular Affairs, 
House of Representatives, Washington 25, D. C. 

My Dear Mr. Enes: We have been informed that your committee desires 
a further report from this Department on House Joint Resolution 194, to desig- 
nate the General Grant Tree (known as the Nation’s Christmas Tree) in Kings 
Canyon National Park, Calif., as a national shrine, and for other purposes. 

By letter to your committee dated May 4, we recommended that House Joint 
Resolution 194 be not enacted. This recommendation was based on our view 
that the Christmas Tree and related ceremonies held in Washington, D. C., 
participated in by the President and representatives of other countries as well, 
have come to be recognized and expected throughout the land as the Nation’s 
official observance of the season, and our doubt as to the propriety of encouraging 
a competing ceremony. Also, it was our understanding that proponents of the 
resolution contemplated developments in the area of the tree which would involve 
clearing, seating arrangements, and other facilities for handling crowds expected 
at annual ceremonies, and we believe that this would be harmful to the preserva- 
tion of the tree and the park in a natural condition and an inappropriate intrusion 
on the natural scene. 

Since submitting our report, we have received assurances from the proponents 
of the resolution and interested organizations in the city of Sanger, Calif., that 
no developments in the area of the tree or disturbance of the natural scene are 
contemplated by the resolution. We have also been assured that it is not 
tended by the resolution to change the name of the General Grant Tree. 

In line with the foregoing, we are informed that the Subcommittee on Public 
Lands of your committee have reported the resolution to the full committee with 
the following amendments: 

On page 1, amend the title of the resolution to delete the words “and for other 
purposes’ at the end thereof. 

On page 2, lines 14 through 23, delete section 2 and substitute in lieu thereof 
the following: 

“Sne. 2. Nothing contained in this act shall be deemed to change the name 
the General Grant Tree.” 

Since the amended resolution will make it clear that no change in the name 
the General Grant Tree is contemplated and since we have no objection to con- 
tinuation of such local or regional ceremonies as the citizens of Sanger and vicinity 
might wish to hold under the existing conditions at the General Grant Tree, we 
would have no objection to the enactment of House Joint Resolution 194, : 
amended by the Subcommittee on Publie Lands. 

We have been advised by the Bureau of the Budget that there would be no 
objection by that Bureau to the presentation of this report to your committee. 

Sincerely yours, 
Orme Lewis, 
Assistant Secretary of the Interior. 


The Committee on Interior and Insular Affairs recommends the enactment of 
House Joint Resolution 194 as amended. 
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84rH CONGRESS } SENATE i REPORT 
2d Session No. 1632 





MODIFYING THE PROJECT FOR ST. MARYS RIVER, 
MICH. 





Marcu 7 (legislative day, Marcu 6), 1956.—Ordered to be printed 


Mr. Cuavez, from the Committee on Public Works, submitted the 
following 


REPORT 


[To accompany S. 2210] 


The Committee on Public Works, to whom was referred the bill 
(S. 2210) to modify the project for the St. Marys River, Mich., 
South Canal, in order to repeal the authorization for the alteration 
of the International Bridge as part of such project, and to authorize 
the Secretary of the Army to accomplish such alteration, having 
considered the same, report favorably thereon without amendment 
and recommend that the bill do pass. 


PURPOSE 


The purpose of this bill is to repeal the authorization for the altera- 
tion of the International Bridge across the St. Marys River at Sault 
Ste. Marie, Mich., owned by the Sault Ste. Marie Bridge Co., as a 
part of the project for the St. Marys River, Mich., South Canal, 
and to authorize the Secretary of the Army to accomplish such altera- 
tion under an agreement with the bridge owners, and to apportion the 
cost of such alteration in accordance with section 6 of the act approved 
June 2, 1940, the Truman-Hobbs Act. 


GENERAL STATEMENT 


The River and Harbor Act of 1945 (59 Stat. 10) provided for altera- 
tion of the International Bridge at Sault Ste. Marie, Mich., with the 
bridge owner paying 16 percent of the cost of alteration and the 
Federal Government 84 percent. The bridge owner’s share, based on 
the estimated construction cost at that time and the apportionment 
formula contained in the Truman-Hobbs Act, was $107,300. Due 
to the changes in price levels between 1945 and the present time, the 
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x MODIFYING THE PROJECT FOR ST. MARYS RIVER, MICH. 


estimated cost of the alteration is now $2,620,000, and the bridge 
owner’s share based on 16 percent would be $419,200. Since all 
elements of cost in the formula do not vary directly with increased 
construction cost, if the formula of section 6 of the Bridge Alteration 
Act was now applied, the bridge owner’s share would be approximately 
$262,000. 

The bridge was completed in 1888 with a swing span. It is proposed 
to convert this span to a lift span with adeguate navigation clearance. 

Public Law 163, the public works appropriation bill for 1956 
included $338,000 for construction work on this bridge and the removal 
of Bridge Island. 

Senate Report No. 700, 84th Congress, Ist session, on the bill which 
became Public Law 183, 84th Congress, contains the following pro- 
posed language on this item: 

: Provided further, That the funds appropriated herein for the replacement of 
the Soo Line Railroad bridge over the South Canal at St. Marys Falls Canal, 
Sault Ste. Marie, Michigan, shall be available for the replacement of said bridge 
under the terms of the Truman-Hobbs Act, as amended (54 Stat. 499, as 
amended), in lieu of the replacement of said bridge, as a part of the project for 
ts ur x Bridge Island, authorized by the River and Harbor Act approved 

arc , . 


The proposed language was deleted from the bill by the conference 
committee. 

The committee believes that this alteration is badly needed and 
that the necessary legislation should be enacted at an early date. 
It further believes that it would be fair and eguitable to compute the 
owner's share at this time by the same method used in computing 
the bridge owner's share in 1945, thus placing the apportionment of 
the costs of altering this bridge on the same basis as the apportion- 
ment of the costs of altering other similar bridges that have been 
declared an obstruction to navigation. 

The Department of State has advised the committee that the work 
proposed is entirely in the United States and there is no Canaidan 
interest involved in the project. Comments of the Federal agencies 
are as follows: 


DEPARTMENT OF STATE, 
September 18, 1955. 
Hon. Dennis CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate. 

Dear Senator Cuavez: Reference is made to your letter dated July 23, 1955, 
and the reply of this Department dated July 26, 1955, regarding your desire to 
receive suggestions concerning the merits and propriety of the passage of S. 2210 
to modify the project for the Saint Marys River, Mich., South Canal, in order 
to repeal the authorization for the alteration of the International Bridge as part 
of such project and to authorize the Secretary of the Army to accomplish such 
alteration. 

The enactment of this bill would repeal the authorization for the alteration, 
as part of the project designated as “St. Marys River, Michigan, South Canal,” 
of the International Bridge owned by the Sault Ste. Marie Bridge Co. Authori- 
zation would be given, however, for alteration of the bridge by the Secretary of 
the Army pursuant to an agreement to be made by the Secretary with the owner 
of this bridge. 

It is understood that, although the bridge is referred to as the International 
Bridge, the alteration which would be authorized by this bill relates to a bridge 
situated in the United States. Consequently, it appears that there is no Canadian 
interest involved in the project. Accordingly, you are advised that so far as 
this Department is concerned, there is no objection to the enactment of this 


legislation. 
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The Department has been informed by the Bureau of the Budget that there 
is no objection to the submission of this report. 
Sincerely yours, 
FLORENCE KIRLIN, 
Acting Assistant Secretary 
(For the Acting Secretary of State). 





DEPARTMENT OF THE ARMY, 
i September 13, 1955. 
Hon. Dennis CHAVEZ, 
irman, Committee on Public Works, 
United States Senate. 

Dear MR. Cuaırman: Reference is made to your request for the views of the 
Department of the Army with respect to S. 2210, 84th Congress, Ist session, a bill 
to modify the project for the Saint Marys River, Mich., South Canal, in order 
to repeal the authorization for the alteration of the International Bridge as part 
of such project, and to authorize the Secretary of the Army to accomplish such 
alteration. 

ä N of the Army offers no objection to favorable consideration of 
. 2210. 

The act of March 2, 1945 (59 Stat. 10) provided for alteration of the Inter- 
national Bridge with the bridge owner paying for 16 percent of the cost of 
alteration. The 16 percent was based upon the apportionment formula of section 6 
of the Bridge Alteration Act approved June 21, 1940, as amended, and, based on 
the then estimated construction cost, amounted to $107,300. The present esti- 
mated construction cost of the alteration is $2,620,000 of which the bridge-owner's 
share, based on the 16 percent, would be $419,200. However, if the formula of 
section 6 of the Bridge Alteration Act was now applied, the bridge-owner's share 
would be approximately $262,000. This is for the reason that all elements of cost 
in the formula do not vary directly with increased construction cost. 

Section 2 of the bill would authorize the Secretary of the Army to accomplish 
the alteration of the International Bridge under an agreement with the owners and 
to apportion the cost in accordance with section 6 of the Bridge Alteration Act 
approved June 21, 1940, as amended. Since the above method was used originally 
in computing the owner’s share in 1945, it is considered fair and equitable that 
the same method be used in computing the owner’s share at this time. 

The Bureau of the Budget advises that there is no objection to the submission 
of this report. 

Sincerely yours, 
WILBER M. BRUCKER, 
Secretary of the Army. 


DEPARTMENT OF COMMERCE, 
OFFICE OF THE GENERAL COUNSEL, 
Washington, D. C., January 5, 1956. 
Hon. Dennis CHAVEZ, 
hairman, Committee on Public Works, 
United States Senate, Washington, D. C. 

Dear Mr. Cuarrman: This letter is in reply to your request of July 23, 1955, 
for the views of this Department with respect to S. 2210, a bill to modify the 
projeet for the Saint Marys River, Mich., South Canal, in order to repeal the 
authorization for the alteration of the International Bridge as part of such project, 
and to authorize the Secretary of the Army to accomplish such alteration. 

This bill appears to be concerned primarily with matters within the purview of 
the Department of Defense. 

Consideration of the bill as it might affeet the funetions of this Department 
eg that our interest is too remote to justify offering comments with respect 
thereto. 

Sincerely yours, 


Hamon D, Corwin, 
Deputy General Counsel. 
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EXECUTIVE OFFICE OF THE PRESIDENT, 
BUREAU OF THE BUDGET, 
Washington, D. C., September 8, 1955. 
Hon. Dennis CHAVEZ, E 


Chairman, Committee on Public Works, United States Senate, 
Senate Office Building, Washington, D. C. 

My Dear MR. CHaırman: This will acknowledge zn letter of July 23, 1955, 
requesting the views of the Bureau of the Budget on S. 2210, a bill to modify the 
project for the St. Marys River, Mich., South Canal, in order to repeal the author- 
ization for the alteration of the International Bridge as part of such project, and 
to authorize the Secretary of the Army to accomplish such alteration. 

This bill, if enacted, would provide for apportionment of the costs of altering 
the International Bridge in accordance with the general formula established by 
section 6 of the Bridge Alteration Act, approved June 21, 1940 (54 Stat. 497), as 
amended, rather than in accordance with the authorization provided by the River 
and Harbor Act of March 2, 1945, which provided, based on application of the 
aforementioned general formula under conditions which prevailed at that time, 
for the bridge owners to bear 16 percent of the cost of alteration. In effect, due 
to changes in price levels between 1945 and the present, this would reduce the 
bridge owners’ share of the costs of alteration of the bridge from $419,200 to about 
$262,000 under present conditions. It is understood that further changes in price 
levels, or a change in the general formula established by the Bridge Alteration 
Act, as recommended by the Secretary of the Army, could result in further change 
in the bridge owners’ share of the costs. 

It appears equitable that the apportionment. of the costs of altering this brigge 
should be on the same basis as the apportionment of the costs of altering other 
similar bridges. Accordingly, the Bureau of the Budget would have no objection 
to the enactment of S. 2210. 

Sincerely yours, 


Percy Rappaport, Assistant Director. 


O 
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DESIGNATING THE RESERVOIR ABOVE THE MONTICELLO 
DAM IN CALIFORNIA AS LAKE BERRYESSA 





Marca 7 (legislative day, Marcu 6), 1956.—Ordered to be printed 


Mr. Cnavez, from the Committee on Public Works, submitted 
the following 


REPORT 


[To accompany S. 2755] 


The Committee on Public Works, to whom was referred the bill 
(S. 2755) to designate the reservoir above the Monticello Dam in 
California as Lake Berryessa, having considered the same, report 
favorably thereon without amendment and recommend that the bill 
do pass. 

The purpose of this bill is to designate the lake created by the 
Monticello Dam in California as Lake Berryessa. 

Monticello Dam on Putah Creek, Calif., is now under construction 
by the Bureau of Reclamation as a key unit of the Solano County 
project, which will supply water for the city of Vallejo, Mare Island 
Navy Yard, and farms in Solano County. 

The reservoir created by Monticello Dam will flood the village of 
Monticello and much of Berryessa V alley in Napa County. 

Berryessa Valley is named after a pioneer family who settled and 
have resided in that area for three generations. On November 3, 
1843, the Government of Mexico issued a land grant to 2 brothers, 
Jose and Sixto Berryessa, giving them title to the 35,000 acres of land 
comprising the valley. Many of the descendants of these pioneers 
still reside in the area. 

Designation of this reservoir as Lake Berryessa will perpetuate the 
memory of a pioneer family in California, with its colorful chapters in 
the history of the State, and the cultural contribution on the part of 
the early Spanish and Mexican settlers. 

The committee believes it fitting and proper that this reservoir bear 
the name of Lake Berryessa in accordance with the desires of local 
residents, local and State officials, and the Board of Supervisors of 
Solano County, Calif. 

Comments of the Federal agencies on this bill are as follows: 
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2 DESIGNATING RESERVOIR IN CALIFORNIA AS LAKE BERRYESSA 


DEPARTMENT OF THE ARMY, 
September 2, 1956. 
Hon. Dennis CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate. 

Dz4r MR. CmairMan: Reference is made to your reguest for the views of the 
Department of the Army with respect to 8. 2755, 84th Congress, a bill to des- 
ignate the reservoir above the Monticello Dam in California as Lake Berryessa. 

The ment of the Army has considered the above-mentioned bill. The 
.. the bill is to designate the reservoir located above the Monticello 

in Napa County, Calif., as Lake Berryessa. It is understood that the 
Monticello Dam is a Bureau of Reclamation project. The pro legislation 
does not pertain to a project under the jurisdietion of this Department and 
Ee no opinion is expressed concerning the ey. of its enactment. 

Since it appears that, under Public Law 242, 80th Congress, the Board of Geo- 
graphic Names may have an interest in this legislation, it is recommended that 
the views of the Board be requested. 

The Bureau of the Budget advises that there is no objection to the submission 
of this report. 

Sincerely yours, 
Wiser M. Brucker, 
Secretary of the Army. 


DEPARTMENT OF THE INTERIOR, 
OFFICE OF THE SECRETARY, 
Washington, D. C., October 19, 1955. 
Hon. Dennis CHAVEz, 


Chairman, Committee on Public Works, 
U nited States Senate, Washington, D. C. 

My Dear Senator Cuavez: A report has been requested from this Depart- 
ment on S. 2755, a bill to designate the reservoir above the Monticello Dam in 
California as Lake Berryessa. 

This Department would have no objection to enactment of S. 2755. I have 
also been requested to inform GO that the interdepartmental Board on Geo- 
graphic Names would have no objection to its enactment. 

e Bureau of the Budget has advised that there would be no objection to the 
submission of this report to your committee. 


Sincerely yours 
3 CLARENCE A. Davis, 
Under Secretary of the Interior. 


EXECUTIVE OFFICE OF THE PRESIDENT, 
BUREAU OF THE BUDGET, 
Washington, D. C., August 19, 1956. 


Hon. Dennis CHAvez, 
Chairman, Committee on Public Works, 
United States Senate, Washington, D. C. 
My Dear Mr. CuarrMan: This is in reply to your request of August 3, 1955, 
for views on 8. 2755, a bill to designate the reservoir above the Monticello Dam in 
California as Lake ees 


The Bureau of the Budget would have no objection to the enactment of this 
measure. 
Sincerely yours, 
Percy RAPPAPORT, 


Assistant Director. 





Calendar No. 1657 


SENATE { Report 
No. 1634 








AUTHORIZING AN INCREASE OF EMERGENCY RELIEF 
HIGHWAY FUNDS FOR FISCAL YEAR ENDING JUNE 30, 
1956 


Marcu 7 (legislative day, Marcu 6), 1956.—Ordered to be printed 


Mr. Cuavez, from the Committee on Public Works, submitted the 
following 


REPORT 


[To accompany S. 2861] 


The Committee on Publie Works, to whom was referred the bill 
(S. 2861) to authorize an increase of emergency relief highway funds 
from $10 million to $30 million for the fiscal year ending June 30, 
1956, having considered the same, report favorably thereon without 
amendment and recommend that the bil do pass. 


PURPOSE 


The purpose of this bill is to increase the amount available as an 
emergency relief fund for the repair or reconstruction of highways and 
bridges damaged by floods or other catastrophes from $10 million to 
$30 million for the fiscal year ending June 30, 1956. 


GENERAL STATEMENT 


Section 7 of the Federal-Aid Highway Act of 1952, approved June 
25, 1952, authorized $10 million as an emergency fund for the Federal 
share of repair or reconstruction of highways and bridges on the 
Federal-aid highway systems damaged E floods or other disasters. 
Necessary appropriations for the initial establishment of the fund and 
and for its replenishment on an annual basis was authorized. 

S. 2861 amends section 7 of the Federal-Aid Highway Act of 1952 by 
increasing the amount available for emergency repair or reconstruc- 
tion of Federal-aid highways and bridges damaged by floods from $10 
million to $30 million for fiscal year 1955 only. The Federal share 
payable on account of any repair or reconstruction project is limited 
tn 50 percent of the cost thereof. 
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2 | AUTHORIZING AN' INCREASE OF HIGHWAY FUNDS 


Information has been presented to the committee that the present 
authorization of $10 million annually is not sufficient to meet the 50 
Da Federal share of the cost of the damage on the Federal-aid 

ighway systems in the Northeastern and Western States resulting 
from disasters caused by hurricanes and floods during October and 
December 1955, and the early part of 1956. 

After the hurricanes and floods in the Northeastern States in 1955, 
it was estimated that an increase in the existing Federal authorization 
from $10 million to $20 million would be sufficient to cover the severely 
damaged Federal-aid highways, and the President's budget forecast 
the need for this additional $10 million. Floods in the Western States 
and additional floods in the Northeastern States occurred subsequent 
to submission of the budget and necessitated a further increase in the 
emergency authorization. 

It is presently estimated that approximately $29 million in Federal 
funds will be needed this year to pay the Federal share of the cost of 
restoring damaged highways and See, 

The committee believes that Federal funds should be made avail- 
able to aid in the repair and reconstruction of highway facilities dam- 
aged or destroyed by floods or other catastrophes and recommends 
enactment of this legislation. 

Comments of the Secretary of Commerce and the Bureau of the 
Budget are as follows: 


THE SECRETARY OF COMMERCE, 
February 17, 1956. 
Hon. Dennis CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate. 


Dzear Me. Cmaiman: This is in reply to your reguest of January 10, 1956, 
for the views of this Department concerning 8. 2861,.a bill to authorize an increase 
of emergency relief highway funds from $10 million to $30 million for the fiscal 
year ending June 30, 1956. 

An annual amount of $10 million is presently authorized for expenditure on 
emergency relief highway projects pursuant to section 7 of the Federal-Aid High- 
way Act of 1952. This amount has not been sufficient to meet the 50-percent 
Federal share of the cost of the damage on the Federal-aid systems in certain 
Northeastern and Western States resulting from disasters caused by Hurricane 
Connie and Diane and subsequent floods during October and December 1955. 
In order that the restoration work could get underway, it has been necessary for 
the Bureau of Public Roads to program these projects on a conditional basis, 
pending enactment by Congress of legislation which would increase the emergency 
relief authorization for the fiscal year 1956 in sufficient amount to cover the cost 
of the work involved. 

Prior to the floods occurring last December in certain Western States, it was 
estimated that an increase in the existing Federal authorization from $10 million 
to $20 million for the fiscal year 1956 would be sufficient. The President’s 
Budget forecasts an additional $10 million for grants to the States for rebuilding 
Federal-aid highways damaged by floods and other disasters. The western 
floods occurred subsequent to submission of the budget, and a further increase in 
the emergency authorization is necessary. 

Final estimates of cost are not yet available. However, the tentative estimates 
currently at hand indicate that approximately $29 million of Federal funds will 
be required to pay the Federal share of the cost of restoring such damaged 
highways. : 

The pending bill proposes to increase the emergency fund authorization from 
$10 million to $30 million for the fiscal year 1956. Based on the best figures 
now available, such increase is considered sufficient to cover the Federal share 
of the cost of repairing the damage that has occurred thus far during the current 
fiscal year. The committee will be advised of any revision in the present esti- 
mates at the time that it considers the pending bill. 
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The Department recommends early enactment of the pending bill. 
The Bureau of the Budget advises that it has no objection to the submission 
of this report and that it favors enactment of the bill. 
Sincerely yours, 
SINCLAIR WEEKS, 
Secretary of Commerce. 





EXECUTIVE OFFICE OF THE PRESIDENT, 
BUREAU OF THE BUDGET, 
Washington 25, D. C., February 10, 1956. 
Hon. DENNIS CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate, Washington 25, D. C. 


My Dear Mr. Cuarrman: This is in reply to your letter of January 10, 1956, 
requesting the views of this Office with respect to S. 2861, a bill to authorize an 
increase of emergency relief highway funds from $10 million to $30 million for 
the fiscal year ending June 30, 1956. 

The President’s 1957 budget ineluded, under proposed legislation, an additional 
$10 million for grants to States for repairs of Federal-aid highways damaged by 
floods or other catastrophes. This estimate was based largely on damage to 
highways resulting from the New England floods of last summer and was prepared 
before the recent serious floods in California and neighboring States. 

Surveys made in the last few weeks by the Bureau of Public Roads and State 
highway departments indicate that many Federal-aid highways were severely 
damaged by the Western State floods. Preliminary estimates are that an addi- 
tional amount of approximately $10 million will be reguired to cover the Federal 
share of reconstruction costs in those States alone. 

In view of this development, the additional $20 million in authorizations which 
would be provided by S. 2861 will in all probability be needed during fiscal year 
1956. Accordingly, you are advised that the Bureau of the Budget favors 
enactment of 8. 2861. 

Sincerely yours, 
Percy RAPPAPORT, 
Assistant Director. 


CHANGES IN EXISTING LAW 


In compliance with subsection (4) of rule XXIX of the Standing 
Rules of the Senate, changes in existing law proposed by the bill are 
shown as follows (existing law proposed to be omitted is enclosed in 
black brackets, new matter is printed in italics, existing law in which 
no change is proposed is shown in roman): 


SECTION 7 or THE FEDERAL-AiD HIGHWAY Acr or 1952 


Sec. 7. There is hereby authorized an emergency fund'in the amount of 

$10, 000, 000] $30,000,000 for expenditure by the Commissioner of Public 

oads, in accordance with the provisions of the Federal-Aid Highway Act, as 
amended and supplemented, after receipt of an application therefor from the 
highway department of any State, in the repair or reconstruction of highways 
and bridges on the Federal-aid highway systems, which he shall find have suffered 
serious damage as the result of disaster over a wide area, such as by floods, hurri- 
canes, tidal waves, earthquakes, severe storms, landslides, or other catastrophes 
in any part of the United States. 


C 
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84TH Conaress L SENATE { Report 


2d Session No. 1635 





GREAT LAKES CONNECTING CHANNELS ABOVE 
LAKE ERIE 





Makcu 7 (legislative day, Marcu 6), 1956.—Ordered to be printed 


Mr. Cuavez, from the Committee on Public Works, submitted the 
following 


REPORT 


[To accompany H. R. 2552] 


The Committee on Public Works, to whom was referred the bill 
(H. R. 2552) to authorize the modification of the existing project for 
the Great Lakes connecting channels above Lake Erie, having con- 
sidered the same, report favorably thereon without amendment and 
recommend that the bill do pass. 


PURPOSE 


The purpose of the bill is to authorize modification of the existing 
project for the Great Lakes connecting channels, Michigan, to provide 
for deepening and further improving the channels in St. Marys River, 
Straits of Mackinac, St. Clair River, Lake St. Clair, and Detroit 
River, to provide controlling depths of not less than 27 feet, in accord- 
ance with the provisions of Senate Document No. 71, 84th Congress, 
at an estimated cost of $110,327,000. 


DESCRIPTION OF PROJECT 


Location.—the five Great Lakes, Superior, Huron, Michigan, Erie, 
and Ontario, with their connecting channels form a chain of navigable 
waters extending from Minnesota, Wisconsin and Illinois, eastward to 
the State of New York. The connecting channels are between Lakes 
Superior and Huron, St. Marys River 63 miles long; Lakes Michigan 
and Huron, the Straits of Mackinac; Lakes Huron and Erie, 87 miles 
via St. Clair River,,Lake St. Clair, and Detroit River. Navigable 
connection between Lake Erie and Lake Ontario is provided by the 
Canadian-constructed Welland Canal. 

Report autherized by.—Resolutions of the Senate Committee on 
Public Works adopted March 25, 1953, and the Committee on Public 
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2 GREAT LAKES CONNECTING CHANNELS ABOVE LAKE ERIE 


Works of the House of Representatives adopted September 27, 1951, 
and June 24, 1953. The report was transmitted to Congress on n 
18, 1955, and was published as Senate Document No. '71, 84th 
Congress. 

Existing project.—Provides for minimum depths of 25 feet in down- 
bound channels and 21 feet in upbound channels, with minimum 


- depths of 25 feet in 2-way channels. These depths are with the 


lakes at their low-water datum. The project also provides for com- 
pensating works at various places to avoid adverse effects on lake 
stages which might otherwise result from improvement of the chan- 
nels; 4 parallel locks with lifts of 21.7 feet at St. Marys Falls, Sault 
Ste. Marie, Mich., near the head of St. Marys River; production of 
hydroelectric power at these falls; and 2 anchorage areas in St. Marys 
River. There is also a single lock on the Canadian side of St. Marys 
River which was constructed by the Canadian Government. Costs 
to the United States to June 30, 1955, were $95,570,300 for new 
work, and $32,507,500 for maintenance, a total of $128,077,800. 
Work remaining on the existing project consists of installation of 
guard gates for MacArthur lock at St. Marys Falls; removal of 
Bridge Island from South Canal; replacement of the railroad bridge 
across South Canal with a new lift bridge; replacement of Poe lock; 
and widening channels and construction of compensating works at 
certain locations. 

Plan of recommended improvement.—Provides for modification of 
the existing project by deepening and further improving the channels 
in St. Marys River, Straits of Mackinac, St. Clair River, Lake St. 
Clair, and Detroit River, to provide for a minimum channel depth of 
27 feet below low-water datum, to accommodate a safety draft. of 
25% feet throughout the channels for the navigation season. The 
maximum channel depth that would result would be 30 feet. Author- 
ized anchorages in St. Marys River at Point Iroquois Shoals would be 
deepened to 29 feet, and at Lake Nicolet to 28 feet. It also provides 
for an alternate plan for a cutoff channel in Canada at Southeast 
Bend, St. Clair River, in lieu of further improvement along the existing 
alinement, if found to be feasible. 

Estimated cost.—The estimates of the total Federal costs (1954) of 
the improvement amount to $110,327,000, which does not include the 
alternate cutoff channel of $5,491,000. The annual maintenance of 
the channel works is $200,000 in addition to that now required. The 
maintenance cost of the alternate cutoff channel is $10,000. The 
non-Federal cost is $70,500 for lowering of cable crossings. Cost of 
the various features are as follows: 


EN S A EN EAEE AAA $41, 731, 000 
GENEA EEE OEE GEA Ae! 2, 203, 500 
O OA u sa aia dL inne 18, 198, 000 
GRA AA E Eat AEK a E a 4, 158, 000 
GEEAE E EA AE iai 44, 056, 500 

ER LE ce Da at ass Gur 110, 327, 000 


Benefits. -Completion of the recommended improvement of the 
connecting channels in the Great Lakes to provide a depth adequate 
for safe navigation by vessels with drafts of 25% feet will permit de- 
velopment of a more eflicient Great Lakes fleet for the transportation 
of basic raw materials such as iron ore, stone, grain, and coal. Such 
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a fleet would effect material savings in the transportation of a large 
portion of these commodities. Removal of these barriers would also 
accommodate vessels entering the lakes through the St. Lawrence 
seaway, and provide a connection from all the ports of the Great 
Lakes to the oceans of the world. 

The prospective additional commerce is estimated to average 88,- 
300,000 tons annually over a 50-year period, consisting of 65 million 
tons of iron ore, 17,500,000 tons of stone, and 5,800,000 tons of grain. 
The average annual benefits through savings in shipping costs for the 
prospective commerce resulting from the marin deepening of the 
channels is $7,600,000. The benefit-cost ratio is 1.78. 


COMMITTEE HEARINGS 


The Committee on Public Works held a public hearing on H. R. 2552 
on January 26, 1956. At this hearing, testimony and written state- 
ments were received from United States Senators, Members of the 
House of Representatives, State and city officials, representatives of 
the Corps of Engineers, chambers of commerce, navigation and im- 
provement associations, farm organizations, labor unions, trade 
associations, port officials, and others. 

These witnesses expressed their views with regard to the urgent 
need for improvement of the Great Lakes connecting channels to 
adeguately care for existing and prospective commerce, and the large 
benefits that would be derived therefrom. Data was presented on 
tonnages moving over these waterways, operation and condition of 
the Great Lakes fleet, costs of water transportation and anticipated 
savings, port development now taking place, and the desire for early 
authorization of the project. There was no opposition to the project. 


GENERAL STATEMENT 


Ports on the Great Lakes have been developed to afford depths 
consistent with the existing depths in the connecting channels. 
Terminal facilities at the ports provide ship to shore transfer equip- 
ment and storage areas for bulk commodities. Connecting railroads, 
highways, and barge canals and waterways are available. Because 
of ice, traffic on the Great Lakes is limited to about an 8-month navi- 
gation season, April through November, inclusive. 

Commerce on the Great Lakes is largely between the United States 
ports, with lesser amounts between United States and Canadian ports, 
and between Canadian ports. About 1 percent of the commerce is 
between United States and overseas ports via the St. Lawrence River. 
The Great Lakes commerce totaled about 262 million tons in 1954. 
Iron ore from Minnesota mines is the principal item of commerce. 
Stone and grain are other important downbound commodities, while 
coal is the princinal unbound commodity. The Great Lakes cargo 
fleet. includes about 300 vessels ranging in lengih from under 400 feet 
to 700 feet and over, and in individual cargo-carrying capacity between 
6,690 and 26,800 tons at maximum loadline limits. Of about 300 
cargo vessels of American registry engaged in ore trade, over two- 
thirds are 40 or more years old. They are gradually being replaced 
with larger, faster ships with greater capacities and loadline drafts. 

Navigation interests desire sufficient depths in the two-way do.-n- 

und connecting channels and the principal upbound channels at 
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low-water datum to accommodate vessels with drafts of 25.5 feet. 
The plan of the Corps of Engineers to meet these desires provides 
for deepening these channels and the anchorage areas in St. Marys 
River to accommodate with safety vessels loaded to those drafts. 
With an allowance for squat for vessels, clearance, exposure, wind, 
and nature of channel bottom, varying from 1.5 to 4.5 feet, the pro- 
posed project depth ranges from 27 to 30 feet to serve vessels with 
25.5-foot draft. 

Greater depths in the connecting channels are needed to realize the 
potential economic advantage of the modern vessels, and to permit 
the upper lake ports to realize the benefits and advantages of the St. 
Lawrence seaway. This project will be needed, however, for lake 
traffic only, regardless of the St. Lawrence project, and the benefits 
credited to improvement of the connecting channels do not include 
prospective commerce that might develop from that waterway. 

The connecting channels are now inadequate to permit vessels of 
the Great Lakes fleet to load to maximum depth except at high lake 
levels. Fogs, bends and turns, limited depths, and swift currents 
cause difficulty in navigating the channels. - Should the existing down- 
bound channels become blocked, the downbound vessels using the 
separate upbound channels would be limited to drafts of about 18.5 
feet. The newer vessels with drafts of from 22 to 27 feet, lengths of 
714 feet, and widths of 75 feet, will make improvement of the channels 
necessary for their full utilization and economical.operation. It is 
estimated that each inch depth amounts to about 100 tons per trip 
of these new vessels, and that the total tonnage now lost because of 
inadequate depths in the channels amounts to 3 million tons annually. 


DISCUSSION 


The committee has given careful consideration to the information 
presented at the hearings, and realizes the necessity for further 
improvement of the connecting channels in the Great Lakes to ade- 
quately serve the fleet of existing and prospective Great Lakes vessels. 
This fleet is now being modernized to keep pace with the growth of 
commerce. 

The Great Lakes and connecting channels form a very important 
unit in the Nation’s waterway system. They carry about 25 percent 
of the waterborne commerce of the United States. The Soo locks 
during the 8-months period of their operation carry more commerce 
than the Suez and Panama Canals combined. It is estimated that 
80 percent of the iron ore used in this country comes down the lakes. 
Tonnage of high-grade ore is diminishing, but movement of taconite, 
and low-grade ore is increasing. The iron ore supply from the upper 
lake area must be supplemented with ore from outside the United 
States. During a national emergency, however, the ore fields of 
the upper lakes might be the only source of raw materials available, 
and it is acknowledged that large quantities of iron ore will come from 
this area for many years. Increasing amounts of iron ore will doubt- 
less be needed during future emergencies. 

The committee realizes that this project is of real national sienif- 
icance, and that benefits will accrue to all the Great Lakes States 
and the entire country. The Great Lakes region and its tributary 
area is the greatest agricultural and industria] production region of 
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the world. Phenomenal growth of the area in the next 25 years is 
GO Most of the planned industrial expansions depend on 
cient waterborne commerce. 

The committee was impressed by the evidence presented as to the 

enditure of millions of dollars for harbor and port facilities by 
ublic and private interests in the region. It is estimated that the 
ake ports from Duluth, Minn., to Buffalo, N. Y., will spend several 
times the cost of improving the connecting channels on additional 
port facilities in the immediate future. 

The committee believes that the benefits that would be derived 
from more efficient use of the Great Lakes fleet in transportation of 
bulk commodities and savings in transportation cost are conservative. 
Estimated savings amount to 15 cents per ton for bulk carriers and 18 
cents per ton for self-unloading vessels. The Corps of Engineers 
estimate the total average annual benefits from increased depths in 
the channels to be $9,868,000. These overall benefits could not be 
derived without additional harbor improvements, and a portion of the 
total benefits have been credited to such improvements. The total 
benefits assigned to the connecting channels improvements are 
$7,600,000. When compared with the annual carrying charges of 
$4,250,000, the benefit-cost ratio for the channel work is 1.78. No 
benefits are evaluated for coal traffic or other commerce carried in 
shallow draft tankers or other vessels which can operate with the 
drafts now available in the channel. 

The committee does not consider improvement of the connecting 
channels as a Federal subsidy provided for domestic shipping but 
rather as providing a modern route on which to move. No local 
cooperation is required in view of the general nature of the benefits 
resulting from the through traffic through the connecting channels, 
except that local interests will be required to make such alterations 
as are required to utility crossings. This policy has been held for past 
improvement of these channels and is considered equitable. No cost 
is included in the project for lands, easements, or rights-of-way for 
construction and disposal of excavated material, as all work for the 
plan will be in the existing natural river channels with disposal of 
spoil material in existing dumping grounds or in upland spoil areas 
without cost for easements or rights-of-way. 

The Corps of Engineers recommended an alternate plan for a cutoff 
channel in Canada at Southeast Bend, St. Clair River. This straight 
channel about 6 miles long would eliminate the sharp reverse curves in 
the existing river channel, and would remove the hazards inherent in 
navigating these curves, and result in savings in shipping time passing 
through the shorter straight channel. The evaluated annual benefits 
accruing from saving in vessel time were estimated at $215,000, and 
the benefit-cost ratio approximated unity. The additional benefits 
resulting from the elimination of navigation hazards were considered 
as more than adequate to provide a favorable economic ratio. In 
commenting on this alternate plan the Bureau of the Budget stated 
that this feature should be reexamined to more clearly demonstrate 
its economic justification prior to any request for funds for construction 
there. The committee approves this procedure, realizing that a satis- 
factory agreement must aiso be reached with the Canadian authorities. 

The committee notes that most of the proposed work on the con- 
necting channels is on the American side of the international boundary, 
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and that the commerce moving thereon is predominantly of United 
States origin and destination. It is further noted that the Canadian 
Government has already spent much more than the United States on 
improvement of the connecting channels, canals, and waterways 
between Lake Superior and the Atlantic Ocean, and is now committed 
to large expenditures on the St. Lawrence seaway and will probably 
make a large expenditure in the future to increase the capacity of the 
Welland Canal. It is believed proper that the entire cost of the 
connecting channels be borne by the United States. 

The committee further notes that the annual budget for fiscal year 
1957, transmitted to the Congress by the President of the United 
States on January 16, 1956, contains the following item proposed for 
later transmission— 

Construction, general, Corps of Engineers, civil (under proposed legislation, 
1957). A proposed supplemental appropriation of $5 million is included in the 
budget for 1957 to initiate deepening and improvement of the Great Lakes con- 


necting channels. The total cost of the proposed project is estimated to be 
$110.3 million, 


SUMMARY 


The committee considers improvement of the Great Lakes con- 
necting channels a problem of national concern and vital to the 
economy of the Midwest and the Nation. Steel mills in the Great 
Lakes region could not operate without a steady flow of iron ore and 
limestone on these waterways. The trend is now toward larger 
vessels to lower transportation costs, and it is realized that the 
prosperity of the country depénds on low-cost transportation. Chan- 
nel depths should keep pace with ship construction. Greater speed 
and carrying capacity is needed to keep down the cost of raw steel. 
This project will permit increased vessel capacity, improve safety of 
operation, meet requirements of national defense, generate prosperity 
for the midcontinent area, and permit full utilization of the St. 
Lawrence seaway. 

The committee therefore recommends enactment of this legislation, 
so that construction on the project can be initiated at an early date, 
and its completion and the resulting benefits therefrom realized. 

Comments of the Bureau of the Budget and the Department of the 
Army on similar Senate bills are as follows: 

EXECUTIVE OFFICE OF THE PRESIDENT, 
BUREAU OF THE BUDGET, 
July 18, 1955. 
Hon. Dennis CHAVEZ, 


Chairman, Committee on Public Works, 
United States Senate, Washington, D. C. 
9 


My Dear Mr. CuarrMan: Reference is made to our letters of January 27, 
February 14, and February 23, 1955, expressing our views on 8. 151 and 171, 
8. 961, and 8. 1032 and 1052. All of these bills relate to the project for the 
deepening of the Great Lakes connecting channels above Lake Erie. We recom- 
mended that the committee defer action on these bills until a project report had 
been submitted under established procedures. 

The Department of the Army has now eompleted its report recommending 
improvement of the connecting channels and the Bureau of the Budget has been 
afforded an opportunity to review it. 

On the basis of our review of the report, I am now able to advise you that the 
Bureau of the Budget would have no objection to enactment of a bill to authorize 
the modification of the connecting channels in accordance with the recommenda- 
tions of the Chief of Engineers. However, in connection with the committee’s 
consideration of this legislation, the Bureau of the Budget would question whether, 
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except in emergencies or rare instances of very large multiple-purpose projects, 
single project bills should be favorably considered. The Congress has customarily 
taken up from time to time all the project reports pending before it and has 
enacted a general river and harbor and flood-control bill. It is our belief that 
such consideration of the relative merits of a number of projects provides a 
better basis of selection than piecemeal action on individual bills. Furthermore, 
no commitment can be made at this time as to when any estimate of appropriation 
would be submitted for construction of this project, if authorized by the Congress, 
since this would be governed by the President’s budgetary objectives as deter- 
mined by the then prevailing fiscal situation. 
Sincerely yours, 
Percy RAPPAPORT, 
Assistant Director. 


DEPARTMENT OF THE ARMY, 
March 25, 1956. 
Hon. Dennis CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate. 


Dear Mr. CuarrMan: Reference is made to your requests for the views of the 
Department of the Army with respect to S. 1032, 84th Congress, a bill to authorize 
the modification of the existing projects for the Great Lakes connecting channels 
above Lake Erie, and 8. 1052, to authorize projects for the improvement of the 
Great Lakes connecting channels above Lake Erie. 

The Department of the Army has considered the above-mentioned bills. The 
purpose of the bills is to modify the projects for improvement of the Great Lakes 
connecting channels above Lake Erie to provide controlling depths of not less 
than 27 feet, the works to be prosecuted in accordance with plans to be approved 
by the Chief of Engineers. 

The Corps of Engineers’ survey report covering the Great Lakes connecting 
channels has been approved by the Board of Engineers for Rivers and Harbors. 
The plan of improvement proposed in the report provides for deepening and 
improving the channels in St. Marys River, Straits of Mackinac, St. Clair River, 
Lake St. Clair, and Detroit River to provide for increasing the controlling depths 
in the downbound and upbound channels to 27 feet at an estimated total first cost 
to the United States of $110,327,000 for new work, and an increase of $200,000 
for annual maintenance and operation. The plan of improvement also provides 
that a cutoff channel be constructed in Canada at Southeast Bend, St. Clair River, 
in lieu of further improvement along the existing alinement, if prior to initiation 
of construction in this reach accomplishment of the cutoff is found to be feasible, 
at an estimated additional cost to the United States of $5,491,000 for new work 
and $10,000 annually for maintenance. The proposed report of the Chief of 
Engineers recommending the improvement has been transmitted to the governors 
of affected States and interested Federal agencies for comment. When these 
comments have been received, the report must be transmitted to the Bureau of 
the Budget for clearance prior to submission to Congress. 

The Department of the Army has no objection to enactment of S. 1032 or 
S. 1052. However, your committee may wish to defer action on authorizing 
legislation until the above-mentioned report has been submitted. When the 
legislation is considered it should be amended to refer to the report of the Chief 
of Engineers. 

The Bureau of the Budget advised that there would be no objection to the 
submission of a similar report on companion bills, S. 151, S. 171, and S. 961. 

Sincerely yours, 
(Signed) Rosert T. STEVENS, 
Secretary of the Army. 
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Calendar No. 1659 


84TH ConGREss } SENATE | { 
No. 1636 





PRELIMINARY EXAMINATION AND SURVEY OF McGIRTS 
CREEK, FLA., FOR FLOOD CONTROL 


Marcu 7 (legislative day Marcu 6), 1956.—Ordered to be printed 





Mr. Cuavez, from the Committee on Public Works, submitted the 
following 


REPORT 


[To accompany H. R. 5556) 


The Committee on Public Works, to whom was referred the bill 
(H. R. 5556) authorizing a preliminary examination and survey of 
McGirts Creek, Fla., for flood control, having considered the same, 
report favorably thereon without amendment and recommend that 
the bill do pass. 

PURPOSE 


The purpose of this bill is to authorize the Corps of Engineers to 
make a preliminary examination and survey of the McGirts Creek 
watershed to determine the feasibility of improvements on that stream 
for alleviating present flood conditions. 


STATEMENT 


McGirts Creek rises on high ground near Jacksonville, Fla., and 
flows for about 15 miles to join Cedar River and form the Ortega River, 
which flows about 2 miles where it empties into St. Johns River within 
the city limits of Jacksonville. 

The drainage area comprises about 70 square miles, consisting of 
residential property, truck farms, poultry farms, and fruit groves. 
There are many State and county roads, streets, and an airfield of 
1,612 acres, in the drainage area. 

The channel of the creek is obstructed with trees, debris, and caved 
banks, to such an extent that it does not have sufficient capacity to 
carry minor flood flows. 

Overflows from the creek, which have occurred as often as 3 times 
in 1 month, flood residential subdivisions and homes, truck farms, 
drown cattle, overflow roads and streets, wash away fences, and pre- 
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2 SURVEY OF McGIRTS CREEK, FLA., FOR FLOOD CONTROL 


vent or delay marketing of produce. The water frequently stands on 
the private property for several days, creating bad odors and a health 
menace, 

There is no report on this stream that could be reviewed under 
authority of a committee resolution. Local interests request this 
legislation because of the emergency nature of the situation. 

Accordingly, the committee believes that this legislation is highly 
desirable and recommends its enactment. 


O 
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84TH Conarezss } SENATE i REPORT 


2d Session No. 1637 





AUTHORIZING CONSTRUCTION OF THE MISSISSIPPI 
RIVER-GULF OUTLET 





Marcu 7 (legislative day, Marcu 6), 1956. —Ordered to be printed 





Mr. Cuavez, from the Committee on Public Works, submitted the 
following 


REPORT 
[To accompany H. R. 6309] 


The Committee on Public Works, to whom was referred the bill 
(H. R. 6309) to authorize construction of the Mississippi River-Gulf 
outlet, having considered the same, report favorably thereon without 
amendment and recommend that the bill do pass. 


PURPOSE 


The purpose of the bill is to authorize modification of the existing 
project for Mississippi River, Baton Rouge to the Gulf of Mexico, to 
provide for a seaway canal 36 feet deep extending from the vicinity of 
Micheaud, La., to the Gulf of Mexico, with an inner tidewater harbor 
at the landward end of the seaway with connecting channels to exist- 
ing improvements in accordance with the provisions of House Docu- 
ment 245, 82d Congress, at an estimated cost of $88 million. 


DESCRIPTION OF PROJECT 


Location.—The Mississippi River below New Orleans, La., flows 
generally southeast through an extensive delta area and enters the 
Gulf of Mexico through numerous passes, of which the two principal 
ones, South Pass and Southwest Pass, have been improved for naviga- 
tion by the United States to provide entrance channels from the gulf 
to the Mississippi River for deep-draft traffic. 

Report authorized by.—River and Harbor Act approved March 2, 
1945, and resolutions of the Senate Committee on Commerce adopted 
April 19, 1943, and the House Committee on Rivers and Harbors 
adopted May 5, 1943. The report was transmitted to Congress on 
September 25, 1951, and wa. published as House Document 245, 82d 
Congress. 
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2 ~ -CONSTRUCTION OF THE MISSISSIPPI RIVER-GULF OUTLET 


Existing project—The existing project for the en River 
from Baton Rouge to the Gulf of Mexico provides for a channel 35 
feet deep and 500 feet wide from Baton Rouge to New Orleans, 
widened to 1,500 feet within the port limits of New Orleans, and a 
40-foot depth to the Gulf of Mexico through Southwest Pass and 
across Southwest Pass Bar Channel, with a 30-foot depth through 
South Pass. The costs to date have been $25,297,000 for construc- 
tion and $36,759,000 for maintenance. The Gulf Intracoastal Water- 
way passes through New Orleans, entering the Mississippi River from 
the east through the industrial canal and lock, and from the west 
through Harvey lock, and provides a navigable depth of 12 feet for 
shallow-draft commerce. The port of New Orleans owns the industrial 
canal and lock which provides connection between the Mississippi 
River and Lake Pontchartrain. The port also operates wharves and 
terminal facilities extending for 10 miles along the riverfront and 
along the industrial canal, all of which are fully utilized. 

Plan of recommended improvement.—Modification of the existing 
project to provide for construction of a seaway canal 36 feet deep 
and 500 feet wide extending 70 miles as a land and water cut on tan- 
gents and easy curves from a point south of the Intracoastal Waterway 
at Micheaud southeasterly to and along the south shore of Lake 
Borgne and through the marshes to and across Chandeleur Sound to 
Chandeleur Island at or north of Errol Island, thence increasing grad- 
ually to a width of 600 feet and depth of 38 feet in the Gulf of Mexico, 
with protective jetties at the entrance, a permanent retention dike 
through Chandeleur Sound, and a wing dike along the islands as 
required; a turning basin at the landward end of the seaway canal, 
36 feet deep, 1,000 feet wide and 2,000 feet long; and a connecting 
channel 36 feet deep and 500 feet wide extending westerly along the 
Gulf Intracoastal Waterway from the turning basin to the industrial 
canal, including construction of a suitable highway bridge with ap- 
proaches over the channel. 

Estimated cost.—$88 million (1955) for construction, and $1 million 
annually for maintenance in addition to that now required for the 
existing project. 

Local cooperation.—Furnish free of cost to the United States all 
lands, easements, rights-of-way, and spoil-disposal areas; accept 
ownership of the highway bridge and approaches upon completion 
of construction, with maintenance, operation, and future replace- 
ment or alteration as may be required; provide and maintain any 
other bridges required over the waterway, and accomplish all neces- 
sary utility and other highway relocations and alterations and the 
maintenance thereof; hold and save the United States free from all 
claims for damages due to construction, maintenance, and operation 
of the project; construct, maintain, and operate terminal facilities 
commensurate with requirements of the expanded port. 

Benefits—The project will provide a tidewater terminal at New 
Orleans connected through a tidewater channel to the Gulf of Mexico. 
It will provide for an expansion of general cargo terminal facilities, 
relieve the presently congested wharf and dock facilities, and permit 
full flow of commerce to the port. The major benefits from the project 
would be realized through faster loading and unloading with resultant 
saving of time in port; saving in reduced sailing time between the 
port of New Orleans and the gulf; reduction of hazards; relief of 
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CONSTRUCTION OF ‘THE MISSISSIPPI RIVER-GULF OUTLET 3 


congestion in. existing cargo terminals and access facilities; and 
reduction in handling and wharfage charges. ‘The prospective 
tangible annual benefits are summarized as follows: 


Savings in ship turnaround time_._.............--- sinn $3, 953, 000 
Relief of congestion at existing general cargo terminals and access 
ea n MENN mina a S D 1, 034, 000 


Reduction in sailing time of coastwise vessels and hazards to naviga- 
tion, and savings in terminal handling charges and wharf 
OR a aa en mä aim ie 1, 780, 000 


A TN S STN TT PKS JA kaia 6, 767, 000 


A comparison of the annua! benefits of $6,767,000 and the annual 
charges of $4,383,200, gives a favorable economic ratio of 1.54. 


COMMITTEE HEARINGS 


The Committee on Public Works held public hearings on H. R. 
6309 on January 19 and 20, 1956. At these hearings testimony was 
received from United States Senators, Members of the House of 
Representatives, representatives of the Governor of the State of 
Louisiana and the mavor of New Orleans, representatives of the Corps 
of Engineers, industries, chambers of commerce, navigation associa- 
tions, railroads, and others, including the director, Louisiana De- 
KE of Public Works, and the managing director, port of New 

rleans. 

These witnesses expressed their views with regard to the urgent 
need for expansion of facilities at the port of New Orleans to adeguately 
care for existing commerce and the benefits that would be derived 
from the proposed tidewater channel. Data were presented on ton- 
nages of commerce handled by the port, and expenditures made in 
the past and proposed in the future for providing port facilities to 
care for the commerce. Letters and statements were submitted from 
governors of States, mayors of cities, newspapers, and organizations, 
over the entire midcontinent area and the Mississippi River waterway 
system endorsing the project. Seldom has a proposal been brought 
before the committee with such widespread support from diversified 
interests. 

There was no opposition to the proposed channel, although repre- 
sentatives of railroads and industry located on the west bank of the 
Mississippi River opposite New Orleans proposed a channel extending 
from that area to the Gulf of Mexico south of New Orleans, and dis- 
cussed its features, desirability, and benefits. 


GENERAL STATEMENT 


The commerce of the port of New Orleans, both foreign and domes- 
tic, has continued to grow rapidly during the past 40 years. The 
total traffic in 1954 was about 40,600,000 tons, almost a million tons 
increase over that of 39,691,000 tons in 1953. A tabulation of the 
tonnage handled at New Orleans for the past 10 years is as follows: 
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Dee) Barge traffic Deep-draft Barge traffic 
pale hee New Orleans ce New New Orleans 
Orleans only only onl 


18, 490, 500 


The port of New Orleans is essentially a river port with wharves, 
transit sheds, and some railroads and streets built on or in close 
proximity to the levees which provide the flood protection to the city 
of New Orleans, lying on the east bank of the Mississippi River. 
Algiers, Westwego, and Gretna, are small cities located on the west 
bank. The preponderance of port development is on the east bank, 
with wharves and terminals extending along the river almost con- 
tinuously for 10 miles. The west-bank area o been used primarily 
for industrial development, wharves serving those industries, the 
United States naval base, drydocks, and ship-repair facilities. The 
wharves and terminals are served principally by the New Orleans 
Public Belt Railway, and 9 trunk railroads converge on New Orleans 
from all directions, extending out over the entire midcontinent area. 

The committee was informed that the Board of Commissioners of 
the port of New Orleans had spent $67 million in the past on port 
facilities, the reproduction value of which at present price levels 
would exceed $250 million. Their long range plan anticipates the 
expenditure of $72 million in the future. Of this amount, $10 mil- 
lion has been financed to cover the next 3 years, the immediate 
problem being that of making necessary repairs and strengthening 
existing wharves, constructing a few new ones, modernizing facilities 
and reducing maintenance costs, with the objective of handling more 
cargo cheaper with about the same facilities. 

Commerce of the port consists of foreign and domestic trade, 
domestic movements being either coastwise or internal, the latter 
being shallow draft or barge movement. The Gulf Intracoastal 
Waterway, extending over 1,000 miles from Florida to the Mexican 
border, passes through the port of New Orleans. The Mississippi 
River waterways system, about 18,000 miles in extent, also contributes 
to the commerce of the port. Shipping lines extend from New 
Orleans to all the ports of the world, particularly to Latin and South 
America. 

The port of New Orleans is stated to be the second port in the 
Nation from the standpoint of commodity value of its commerce. 
The total value of commodities moving through the port in 1955 
exceeds $1.6 billion, being exceeded only by the port of New York. 
Custom receipts by the Federal Government at New Orleans rose 
from $15,332,000 in 1950 to $20,351,000 in 1955, the total from 1951 
through 1955 being $110,500,000. The grain elevator at the port, 
with a total gross capacity of 5,122,000 bushels, handled 86,900,000 
bushels in 1955. The Chief of Transportation, United States Army, 
has stated that the cost per ton of moving cargo across the wharves 
at New Orleans was $3.22, in comparison with the cost at the next 
2 ports of $5.81 and $5.82. 
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The existing port of New Orleans is about 120 miles from the gulf 
by Southwest Pass and 114 miles by South Pass. The difference of 
about 45 miles in distance between the seaway channel and the pres- 
ent navigation channel by the winding river would provide a sub- 
stantial saving in sailing time between the port of New Orleans and 
the gulf. The proposed tidewater harbor would be free of the large 
fluctuations in stage which occur at the riverfront terminals, frequently 
reaching as high as 20 feet. The entrances to the Mississippi River 
from the gulf are often obscured by fog, and numerous delays and 
groundings of ships have occurred during such periods, many with 
serious damages. Silt deposits form bars in the channels and through 
the passes, making them dangerous, and requiring constant mainte- 
nance work to keep them open to navigation. Other ships are often 
required to stand outside the channel when groundings occur until 
the channel is clear. Both channels through the passes have been 
blocked at the same time in the past. 

The port of New Orleans includes a port of embarkation which is 
among the largest Army facilities of its type in the United States for 
use to supply the Armed Forces in time of war. During the Korean 
conflict large tonnages of ammunition and other supplies were shipped 
from this port. The tidewater channel will provide an alternate out- 
let from New Orleans to the gulf which might prove vital in time of 
a national emergency. 

The committee notes that in House Document 245, the district 
engineer considered nine alternate routes from the vicinity of New 
Orleans to the Gulf of Mexico. These were finally narrowed down to 
2 for detailed study, 1 on the east bank and 1 on the west bank, with 
the east-bank route recommended in the report. Proponents of a route 
to the gulf on the west bank presented their views to the committee 
at the hearing. They cited the tremendous industrial growth on that 
side of the Mississippi River, their belief that a tidewater channel on 
the west bank would better serve the area in future years, and re- 
quested that authorization of the project be delayed until the matter 
could be reviewed. It was stated that since 1948 extensive oil, gas, 
and sulfur development has taken place in the west-bank areca south 
of New Orleans and in the coastal and offshore areas adjacent to the 
mouth of the Mississippi River and extending westwardly past Grand 
Isle. This development has caused a large growth and increase in 
new industries connected or associated with such development, such 
as oil well supply companies, machine shops, pipeline companies, 
chemical companies, and many others, including marine ways and 
shipbuilding facilities for constructing plant for operation in exposed 
areas in open waters. They also discussed the advantages of a west- 
bank canal to shipping moving up the Mississippi River to industries 
above New Orleans and to Baton Rouge. 

Proponents of the east-bank channel, as recommended, stated that 
they could see no reason to delay action thereon for further study of 
a west-bank route. They consider the reasons for recommending 
the east-bank route in 1948 as still valid. At that time the estimated 
cost of the two routes was about the same. The benefit-cost ratio 
of the east-bank route was 1.61, that of the west-bank route 0.59. A 
representative of the Corps of Engineers advised that the costs and 
benefits for both routes are believed to be in about the same ratio 
under present-day prices as when the report was submitted. In 
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fact, the traffic pattern and future outlook was stated to be more 
favorable on the east bank than on the west bank, since increasing 
general cargo traffic has been concentrated and is moving to the east 


‚side. The plan of development for the port as contemplated by the 


board of port commissioners is to retain the general cargo facilities 
on the east bank, with the industrial development and terminals on 
the west bank. 

The committee gave careful consideration to the matter of local 
cooperation. It notes that normal requirements for local cooperation, 
furnishing lands, easements, rights-of-way, spoil-disposal areas, and 
making relocations and alterations of highways and utilities, would 
not be extensive in this case, with costs estimated at about $2,300,000. 
It is further noted that the requirement that local interests “will 
construct, maintain, and operate terminal facilities commensurate 
with requirements of the expanded port,’ will be a major undertak- 
ing. The estimated cost of meeting this requirement is $66 million. 

Consideration was given to the comments of the Bureau of the 

Budget on S. 749, a companion bill to H. R. 6309. In those com- 
ments, the Bureau had no objection to authorization of the project, 
but stated in their comments— 
it would seem appropriate to consider seriously whether it would be appropriate 
and practical to require the beneficiares to pay for part of the cost of the channel, 
either through a cash contribution or through actual dredging of a section of the 
waterway, or in some other way. 
The committee believes that all parts of the project must be consid- 
ered as a unit. It notes that the seagoing lock and the industrial cana! 
have been provided by local interests without cost to the Federal 
Government and are now in use. 

Generally speaking, benefits from projects of this type redound to 
the entire Nation. New Orleans is the maritime port for the Missis- 
sippi River and that stream drains 41 percent of the area of the United 
States. It is also a world port. The last war demonstrated the im- 
portance of, and the vital need for, ready access to the Gulf of Mexico 
and for ample dock and port facilities at New Orleans. The present 
atomic age emphasizes the need for dispersion and more than one 
avenue for the flow of traffic. 

In view of the previous expenditures by the port commission in 
providing facilities for improvement of the port for general cargo, and 
the public facilities that will be required and will have to be provided 
as traffic and needs develop in the harbor, the committee believes that 
the requirements of local cooperation outlined in the project document 
are adequate and satisfactory. 

The committee considers the proviso in H. R. 6309 relating to 
replacement of the industrial canal lock as applicable for planning 
purposes only, and does not constitute authorization for construction. 
It realizes that most of the shipping will originate and terminate east 
of the lock, and that the lock is now of adequate size to serve traffic 
for some time. There exists an eventual need at some indefinite future 
date for an additional lock, and provision should be made for its plan- 
ning, coincidental with planning the project authorized herein. The 
$88 million estimated cost of such project does not include the cost for 
constructing an additional lock. When studies indicate the need for 
replacement of the lock, and its economic justification is established, 
a renort should be submitted to Congress and congressional authoriza- 
tion for its construction obtained. 
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Careful planning of this project prior to the initiation of construc- 
tion is necessary in order that maximum benefits may result therefrom. 
The committee was advised that industry is beginning to move into 
parts of the affected area. It is therefore believed that the projects 
should be authorized as early as practicable in order that planning can 
proceed and rights-of-way E purchased so that new industries and 
dock facilities will be advantageously located. 


SUMMARY 


From the information presented, it appears that practically all 
available harbor space in the present port area of the port of New 
Orleans has been utilized, and the port commissioners are having a 
difficult problem keeping the port facilities oper with the growin 
commerce. The most efficient and economical port expansion woul 
be accomplished by providing a new port area contiguous to existin 
facilities. The proposed project consisting of a tidewater termina 
connected to the gulf through a tidewater channel, will permit ade- 
quate pori expansion and relieve present congestion, and provide a 
channel free of the hazards and expense connected with the present 
channel. It will provide new terminal areas and permit full flow of 
commerce available to the port from foreign and domestic sources. 

The committee considers this project to be economically feasible 
and worthwhile. The benefits claimed are believed tc be conservative, 
and the recommendations made 10 years ago are still believed sound. 
Because of its inland location, the port of New Orleans is considered to 
be one of the best guarded ports in the United States, and provision 
of another outlet to the e will increase its strategic value. The east- 
bank route is considered more desirable from an economic standpoint, 
and the port commissioners have agreed to meet the reguirements of 
local cooperation for this route. The general cargo and terminal 
aspects of this port improvement are considered proper Federal 
responsibilities and provision of the access channel and turning basin 
by the Federal Government is believed to be in the public interest, 

_ The committee therefore recommends enactment of this legislation 
in order that planning thereon can proceed at an early date. 

The comments of the Bureau of the Budget and the Department of 
the Army on S. 749, a companion bill to H. R. 6309, are as follows: 

EXECUTIVE OFFICE OF THE PRESIDENT, 
BUREAU OF THE BUDGET, 
Washington, D. C., May 12, 1955. 
Hon. Dennis CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate, Washington, D. C. 

My Dear Mr. Cuarrman: This is in reply to your letter of January 27. reguest- 
ing the views of the Bureau of the Budget on S. 749, a bill to authorize construc- 
tion of the Mississippi River-Gulf outlet. 

The purpose of the bill is to authorize a seaway canal, 36 feet deep as a land and 
water cut from a point just east of the city of New Orleans to the Gulf of Mexico. 
roughly parallel to the existing Mississippi River navigation channel, and an 
inner tidewater harbor at the landward end of the seaway. The seaway and inner 
harbor would permit great expansion of the port facilities at the city of New 
Orleans. 

This project would constitute a new, artificial channel paralleling the existing 
waterway to New Orleans. In view thereof it would appear that although the 
project would be used by general navigation the policy of the President of re- 
quiring the beneficiaries of water-resources developments to share, to the maxi- 
mum extent possible, in the cost of such improvements should receive particular 
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attention. In these circumstances it would seem appropriate to consider seriously 
whether it would be appropriate and practical to reguire the beneficiaries to pay 
for part of the cost of the channel, either through a cash contribution or through 
actual dredging of a section of the waterway, or in some other way. 

Accordingly, while there would be no objection to the authorization of the 
project, we would recommend that it be conditioned on a reguirement for adeguate 
local cost sharing in some form. Furthermore, in connection with the committee's 
consideration of this legislation, the Bureau would question whether, except in 
emergencies or rare instances of very large multiple-purpose projects, single 
project bills should be favorably considered. The Congress has customarily taken 
up from time to time all project reports pending before it and has enacted a general 
river and harbor and flood control bill. It is our belief that such consideration of 
the relative merits of a number of projects provides a better basis of selection than 
piecemeal action on individual bids. In any event, no commitment can be made 
at this time as to when any estimate of appropriation would be submitted for 
construction of the project, if authorized by the Congress, since this would be 
governed by the President’s budgetary objectives as determined by the then 
prevailing fiscal situation, 

Sincerely yours, 
DonaLp R. BELCHER, 
Assistant Director, 


DEPARTMENT OF THE ÅRMY, 
June 27, 1955. 
Hon. Dennıs CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate. 

DEAR MR. CHAIRMAN: Reference is made to your request for the views of the 
Department of the Army with respect to S. 749, 84th Congress, a bill to authorize 
construction of the Mississippi River-Gulf outlet. 

The Department of the Army has considered the above-mentioned bill. The 
purpose of the bill is to modify the existing project for the Mississippi River, Baton 
Rouge to the Gulf of Mexico, to provide for construction of a seaway canal as a 
land and water cut from a point south of the Intracoastal Waterway at Micheaud 
just east of New Orleans proceeding southeasterly along Lake Borgne across 
Chandeleur Sound to Chandeleur Island near Errol Island, thence to deep water 
in the Gulf of Mexico, with protective jetties and dikes; a turning basin at the 
landward end of the canal; and a connecting channel to the industrial canal; all 
in accordance with the recommendation of the Chief of Engineers contained i: 
House Document 245, 82d Congress, and subject to various conditions of local 
cooperation set forth therein. 

The Department of the Army favors the improvement work proposed in this 
bill. However, in connection with this project, the Bureau of the Budget has 
advised that it believes that consideration should be given to requiring the bene- 
ficiaries of this channel to pay a greater share of the cost. 

The cost to the United States, on the basis of authorization in accordance with 
the project document, is estimated to be $71 million for construction, and $1 
million annually for maintenance in addition to that now required for the project 

The Bureau of the Budget advises that there is no objection to the submission 
of this report. 

Sincerely yours, 
Rosert T. Stevens, 
Secretary of the Army. 
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84TH CONGRESS SENATE j Report 
2d Session = No. 1638 





DESIGNATING THE LAKE CREATED BY BUFORD DAM IN 
THE STATE OF GEORGIA AS “LAKE SIDNEY LANIER” 





Makcu 7 (legislative day, Marcu 6), 1956.—Ordered to be printed 





Mr. Cnavez, from the Committee on Public Works, submitted 
the following 


REPORT 


[To accompany H. R. 6961] 


The Committee on Public Works, to whom was referred the bill 
(H. R. 6961) to designate the lake created by Buford Dam in the 
State of Georgia as “Lake Sidney Lanier,” having considered the 
same, report favorably thereon without amendment and recom- 
mend that the bill do pass. 

The purpose of the bill is to designate the lake created by the Buford 
Dam as Lake Sidney Lanier in honor of tbe late author of the poem 
Song of the Chattahoochee. 

The site of the Buford Dam is on the Chattahoochee River about 
348.5 miles above its mouth, 50 miles above Atlanta, Ga., and 5 miles 
northwest of the town of Buford, Ga. The reservoir extends about 
47 miles upstream along the Chattahoochee River, and about 21 miles 
up the Chestatee River, which enters the Chattahoochee River 14.5 
miles above the dam. 

The committee has been informed that local interests are agreeable 
to the proposal to designate the body of water formed at the dam as 
Lake Sidney Lanier, and believes it proper that the name of this great 
poet be perpetuated in this manner. 

The Department of the Army has no objection to the enactment of 
the bill as indicated in a letter to the chairman of the House Com- 
mittee on Public Works, which follows and is made a part of this 
report: 

DEPARTMENT OP THE ÅRMY, 
Washington 25, D. C., July 20, 1955. 
Hon. Cnaruss A. Buck ey, 


Chairman, Committee on Public Works, 
House of Representatives, Washington, D. C. 


Dear Mr. CHarrmMan: Reference is made EE reguest for the views of the 
Department of the Army with respect to H. R. 6961, 84th Congress, a bill to 
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2 DESIGNATING BUFORD DAM AS “LAKE SIDNEY LANIER” 





designate the lake created by Buford Dam in the State of Georgia as “Lake 
Sidney Lanier.” 

The De ment of the Army offers no objection to the enactment of the above- 
mentioned bill. 

The purpose of the bill is to designate the lake c by the Buford Dam on 
the Chattahoochee River about 35 miles northeast Atlanta, Ga., as Lake 
Sidney Lanier in honor of the late author of the poem Song of the Chattahoochee. 

Since it appears that, under Public Law 242, 80th ngress, the Board on 
Geographic Names ma have an interest in this legislation, it is recommended that 
the views of the be requested. 

The Bureau of the Budget advises that there is no objection to the submission 
of this KE 

ince: ours, 
sis Rosenrt T, Stevens, 
Secretary of the Army. 


